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CONSTRUCTION ZONE DELINEATION -
RATISED REFLECTIVE MARKERS

Final Report

Gordon Beecroft
Research Engineer
Oregon Department of Transportation

The Oregon State Highway Division utilized raised ref lective markers
for temporary direction of traffic during stage construction on
three different projects. Project 1 was the 25th Street — Lancaster
Drive Interchange Section of the North Santiam Highway. Project 2
was the Chemawa Road - Hayesville Interchange Section of Pacific
Highway East, Project 3 was the Yachats River Bridge Section of the
Oregon Coast Highway. Funding for the raised reflective marker
study was provided by the Office of Development, Implementation
Division, of the Federal Highway Administration.

Details of the individual projects have been described in interim
reports submitted previously. This final report will not duplicate
the previous reports but will briefly summarize the findings. ' The
use of raised reflective markers to direct traffic during construction
offers several advantages, but their use does have same limitations.
The night-time effectiveness of the raised markers is generally
excellent. They provide good delineation and their brightness alerts
the driver to the different conditions existing within the construc-
tion zone. Another advantage of the raised markers is that they are
not susceptible to the night-time vandalism often encountered with
plastic cones or candles. Frequently, the plastic cones are inten-

- tionally knocked out of place and, of course, they are occasionally

' struck accidentally,

During daylight, the markers are not adequate to guide traffic

where sharp curvature exists or complex maneuvers are required of

the motorist unless they are very closely spaced. The only condition
in which the markers were totally effective in daylight was when

the sun was shining behind the motorists so the reflective prisms

were illuminated by sunlight. When traveling toward the sun or when
the sunlight was coming from left or right, the markers would have to
be at very close spacing to be effective. Although it was not done on
these projects, it appears a combination of reflective and non~reflec-
tive markers would be preferable to provide adequate control both day
and night.

Center-line spacing of the reflective markers ranged from 10 feet to
25 feet for the three projects. The 10 foot spacing was used on the

___________;__Xachats_Bridge_project—whieh_ineluded_&—i29—50‘-curvev——ThE'Chemawa



Road~Hayesville Interchange Section utilized a 12.5 foot spacing on
center—line and a 25 foot spacing on shoulder line. The 25th

Street - Lancaster Drive Interchange Section used a 12.5 foot

interval on curves and a 25 foot interval on tangents for the center-
line spacings. Shoulder spacings were at twice the center-1line interval.
On all of the projects, closer than normal spacings were used in areas
requiring particular emphasis to guide traffic.

One objective of the study was to test the overall effectiveness of

a self-adhesive type button that could be used on a final pavement
surface for temporary traffic control and then removed without leaving
tell-tale marks or lines that could lead drivers into a wrong traffic
pattern. When the self-adhesive markers were used without primer they
could be readily removed with a square nosed shovel or a small pry bar
and hammer., When placed on warm asphalt concrete, the adhesion was
very good and removal resulted in some particles sticking to the pad,
leaving minor evidence on the pavement surface that the marker had
been removed. After several weeks, some markers placed on new pave-
ment without primer were displaced by traffic. When primer was used,
the adhesion was better but removal included about 1/4" of the pavement
surface under the marker. This left a distinct hole in the pavement
surface. It was found the primer was needed in placing markers on

0old or existing pavements. When the pavement was wet or dirty, the
markers would not adhere well. As an experiment, a propane torch was
used to dry and warm the surface. This preparation was effective

in making the markers stick, but the practice was time consuming.

When the pavement was dirty, no amount of sweeping would clean it
sufficiently to get the markers to adhere. On the Yachats Bridge
project, the reflective markers were drilled and nailed to the surface
where it was necessary to apply them to dirty pavement. Two concrete
nails per marker held them securely and aligned properly. It is empha-
sized that this practice should be used only as a last resort because
of the tire hazard. However, there were no tire punctures reported

or witnessed on the project.

On the projects where the self-adhesive markers were utilized over an
extended period of time, displacement by traffic and contractor equip-—
ment was prevalent. It was estimated 50 to 60 percent of the markers
on the Yachats . Bridge project were replaced over a two-month period.

Because of inadequate lead-time to obtain the self-adhesive markers for
the Chemawa Road - Hayesville Interchange project, the comventional
epoxy application was used on that project. The epoxy adhesive was
effective in securing the buttons, but upon removal, a portion of the
pavement adhered to the button, leaving a tell-tale impression in the
pavement surface. For traffic control, the epoxy-applied markers were
very effective but they did not provide the desired no-trace removal.

The cost of utilizing raised reflective markers for traffic control
during con i ’ i i 3 _ _ ’

PL —
the markers do provide numerous advantages over paint. Where the
markers were installed by engineering crews, one project estimated the



cost to install and remove a marker at $0.35 and the other project
estimated the cost to install and remove at $0.46. Adding an average
materials cost of $1.32, the unit price including installation and
removal ranged from $1.67 to $1.78. On the project on which the
markers were placed by the contractor under an extra work order, the
unit installed price was $2.49. The cost of using the markers is, of
course, sensitive to the spacing selected. On tangent, the cost for
center-line and two shoulder lines was approximately $750 per mile.
The spacings on this project were 25 feet for center-line and 50 feet
for shoulders. On the bridge project, where spacings were 10 feet
for center-line and 20 feet for shoulder, the cost was $1700 per mile
for center-line and two shoulder lines. Although expensive, raised
reflective markers can frequently fill a need not available from other
marking devices. At times, and in some locations, it is difficult to
obtain the services of a paint striping crew. In these cases, par-
ticularly on small jobs, the raised markers can be installed by the
contractor or the engineering crew, thus avoiding delay and the

need for obtaining a remote striping crew.

The Yachats Bridge project utilized two types of raised reflective
markers; a 4" by 4" marker having a smooth beveled face and a 4" by 2"
marker having a ribbed beveled face. The smooth face of the larger
marker was much less susceptible to having the reflective surface
obscured by debris than was the ribbed face of the smaller marker.
Also, the larger marker was considered easier to see in the daylight
and adhesion was better by virtue of a larger surface area. Little

or no difference could be seen in the reflective characteristics of
the two when clean. Neither type marker was considered adequate for
daytime use where traffic control was difficult and construction
caused the pavement surface to remain dirty much of the time. Although
not tested on this project, a satisfactory alternative would probably
have been to have several non-reflective markers spaced between the
reflective markers which were placed at 10 foot intervals.

Following is a summary of the findings connected with the use of the
raised reflective markers on the Chemawa Road - Hayesville Interchange
section of Pacific Highway East. The summary is taken from the interim
report on that project, but it applies very well to all projects.

Summarization of comments:

- Positive and complete obliteration of pre-existing traffic
patterns is a must.

-~ Epoxy applied buttons not practical unless additional 1ift of
pavement to be placed,

- Widespread use of buttons will lower material costs and create
better and cheaper application procedures.

- Bright colors are necessary to enhance daytime visibility.

- Close spacing of buttons required for daytime visibility but
every other one or less required to be reflectorized for
nighttime visibility.



- Masking tape can be used to cover lenses at night prior to actual use.
- Many variations possible in use of buttons to highlight certain

areas such as intersections, left-turn refuges, connections,

"No Pass" areas, etc.
- Disadvantages

Close spacing required for daytime visibility.

One-time use product.

High initial cost.

Adhesion quality not good on rough or dirty pavement.

Reflective lenses subject to abrasion and coating from grading
and surfacing materials spilled and tracked,

Tend to concentrate debris around them obliterating up to
75% of reflective area.

Paver and rollers completely destroy them.
Tack trucks overspray them.
Higher engineering costs due to critical layout requirements.

Longer actual application time.

~ Advantages
No tell-tale marks left after removal with self-stick.
No problem with vandalism.
No problem with wind, truck or vehicle wind blasts.

In comparison to cones and barricades, they have a low daily
maintenance cost.

Highly visible under adverse driving conditions especially at
night, in the rain and in fog.

Less likelihood of delay in scheduling.
Eliminates worry.

——CUTS-DOWN-ON-ACCIDENTS.



Following, in Appendix A. is a final report on the Yachats Bridge
project which provides samewhat more detail on the use of raised
reflective markers for traffic control during construction on.that
project. The report also includes a photographic record of the day
and night visibility aspects of the markers on the Yachats Bridge
project.

To bring together all of the information on Oregon's use of raised
reflective markers for traffic control during construction, the
text portions of the previous interim reports are provided in
Appendix B. The color photographs from the interim report for
Project 2 are not included.
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CONSTRUCTION ZONE DELINEATION -
RAISED REFLECTIVE MARKERS

Final Report

Project 3
Yachats River Bridge Section
Oregon Coast Highway
Lincoln County
Contract 8432

This is a final report on the raised reflective pavement markers for
the Yachats River Bridge project. Please refer to the interim report
submitted June 9, 1977 by Resident Engineer H.H. Patterson. Since
that report there has been one more complete installation of the
raised pavement markers due to a traffic pattern shift and asphalt
overlay.

During the course of the project we experimented with the 2 types
of reflective markers (see interim report), their application,
adhesive primer, removal, reuse and spacing.

Marker adhesion presented some problems. The markers were applied
under various weather and pavement conditions. When the pavement was
wet and cold, a propane torch was used to dry and warm the surface.
This worked well but required either more time or an extra man.

When the pavement was dirty, no amount of sweeping would clean it
sufficiently to get the markers to stick. Washing the pavement

was considered to be impractical, and we resorted to drilling and
nailing the markers to the pavement. This could be done rather
quickly using previously removed markers with little or no adhesive
remaining. Two concrete nails per marker held them securely and
aligned properly. As stated in the interim report, this should be
used only as a last resort because of the tire hazard. However, there
were no tire punctures reported or witnessed. Another problem with
adhesion was rough pavement. Again, nailing the markers in place was
used at times. Beating the pavement smooth with a hammer was considered
too time consuming.

The adhesive primer did help on the older, rougher surfaces by filling
some of the gaps. On new or smooth and clean pavement there were

no adhesion problems. Here we experimented with the primer and found
it had little positive effect.

Throughout the project there were problems with marker displacement.
The contractor's equipment was continually dislodging or destroying
the markers in the work area and public traffic dislodged many more.
No count was actually taken, but an educated guess would be 50% to
60% of the markers were replaced over a 2-month period. It became a
weekly chore for the engineering crew to make the replacements. No
accounting was kept of this maintenance work due to its short and
sporadic nature.



———

Different spacings were tried and we found that 10' centerline and
20' fog line intervals were effective and not overly time consuming.
This spacing was used throughout the project except in critical’
areas where a closer spacing was used.

Application of the markers in switching traffic to a new aligmment

was relatively fast. Through a project length of 1300 ft, three

of four men could apply all new markers and remove conflicting old
ones in about 2 hours. A complete installation required approximately
250 markers. At an average material cost of $1.32 per series 88
markers and using the above stated labor (approximately $0.35 for
install and remove), the initial cost of a traffic shift on this
project was approximately $1.67 per marker or $1700/mile. This

does not allow for maintenance or required overtime.

Reuse of many (25% to 50%) of the markers was possible if care were
taken in their removal with a shovel or small pry bar and hammer,

As to the markers daytime effectiveness in traffic lane delineation,
the story is shown in the accompanying photographs. Cloudy or
sunny, the markers were all but invisible on the 13-degree curve
and only slightly better in the straighter sections. The traffic
was constantly driving into the oncoming lane and/or missing the traffic
detector loops for the temporary traffic signal. As one photo
indicates, just a few pieces of reflective tape were required to
keep the traffic in the right lane, at least in the stop bar area.
As soon as the visibility problem was evident, the markers were
supplemented with 1-ft strips of reflective tape. This helped to
some extent, but eventually the striping crew was called upon to
stripe the project.

At night the markers worked quite well, as the photos indicate.

They provide excellent delineation and are an eye-catcher alerting the
driver to hazards ahead. They can also be depended upon to be in

place in the morning as opposed to plastic cones.

In most cases, the larger (88 series) markers performed better than
the smaller (946 series) markers. We alternated their use throughout
the project and found the smooth face of the larger markers did not
catch debris which obscures the teflective surface as did the ridged
face of the smaller marker; they were slightly easier to see in the
daylight and adhesion was better by virtue of the larger surface
area, Little or no difference could be seen in their reflective
abilities when clean.

In conclusion, this office would recommend the use of the larger-
sized raised reflective pavement markers in areas that could be
confusing to night traffic, perhaps using the above mentioned
spacing in tight areas., However, daytime effectiveness should be

—discounted and the markers should be supplemented with either-
striping or reflective tape.

Charles W. Elroy
Resident Engineer
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4/7/77

3/23/77

|

Northbound view, from station 146.



417777

3/23/77

Northbound view, from station 147.
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4/17177

3/23/77

2/3/77

Southbound view, from about 50 feet northerly of the northbound stop bar.



&4/7177

3/23/77

2/3/77

Details of northbound stop bar. Signal detector loop is under the
pavement patch, Bar is of metallic tape.



477177

3/23/77

2/3/77

!
Southbound view of



3/23/77

Tooking northerly from near the southbound stop bar.
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Tooking southerly from station 1869440, 3/23/77




As viewed by southbound traffic, 2/3/77
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As viewed by southbound traffic, 2/3/77
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2/14/77 1Looking south from 1869 2/14/77 Looking north from 1873

at centerline reflectorized buttons at reflectorized buttons, Very faint.
on sumny day. Buttons barely

visgible.

2/14/77 Looking south from 1875450 2/14/77 Looking north at centerline
reflectorized buttons on sunny day from

sta. (48,

Reflectorized hultons barely visible
(weather suuny)}.



3/22/77 Looking south fromn

sta 1869 at reflectorized buttons
(overcast day). Buttons barely
visible,

3/22/77 Looking south at Lemporary

striping {tape) at norih tvall
signal stop line neavr sta 1872, g
ore faintoness of refiector buttons S
compared to striping. Prior to this
stripe vehicles would pull into the
oncoming lare to line up with structure
and thereby miss the signal detector 2
loops.

Temporary stripe Lo

lanes more clearly at
- signal stop line near




6/10/77

Northbound view from sta.

148. Note use of reflec-

tive tape alternating with
raised markers.

Day overcast—-visibility
excellent.

6/10/77
Northbound view from
sta. 146.

6/10/77
Northbound view from sta.
145. Spacing on center-

_ lipe is 10 ft. %,

~14-




6/10/77

Southbound view from
near sta. 146. Note
use of reflective tape
and faintness of the

i raised markers.

6/10/77

. Southbound view from
S sta. 148. Raised
markers and reflective
tape are being used
alternately,

4 6/10 /77
Southbound view from
sta. 150.

-15-




6/10/77

Northbound view from
near sta. 1872,

Note use of reflective
tape. Nailed reflec-
tive markers are used
due to dirty pavement.

6/30/77

Northbound view from
northerly end of bridge.
Impact panel in
foreground.

=-16-




Southbound view from
® near sta., 1872. Note
nailed reflector in

e foreground and use of
reflective tape.

Day is overcast.

 if : Nailed reflectors used
in this area due to
dirty pavement.

6/10/77
Southbound view from
near sta. 1869.

iy 6/10/77
@ .. Southbound view from
:'“‘ﬁ near sta. 1868.

-17-
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CONSTRUCTION ZONE DELINEATION -
RAISED REFLECTIVE MARKINGS

Interim Report

Project 1
25th St. - Lancaster Drive Interchange Section
FAU 1560 & N. Santiam Highway
Marion County
Contract 8388

The above project is one of several projects that are conducting
experiments with the raised pavement markers for temporary direction
of traffic during stage construction.

The Stimsonite Model 88-SS Pressure-Sensitive Raised Reflective
Marker with adhesive pad was used on this project.

The paving of this project called for multiple lifts of Class "B"
and a wearing surface of Modified "C" which required traffic

shifts daily. The contractor elected to return traffic to its
normal pattern at the end of every day. This required the marking
of the travel lanes each day either by paint or pavement markers.
Several times the striping crew was not available and the pavement
markers were used to delineate the travel lanes during darkness.

With the placing of the markers on warm asphalt it was not neces-—
sary to use the primer as a good bond was formed due to the
adhesive backing and the heat, Removal of the markers the next
day did not present a problem, The majority of the markers were
lifted with a square shovel, The adhesive pad did retain some
asphalt particles, leaving holes in the new AC mat. This did
not present a problem as the mat was to have another overlay and
the holes would be filled.

At this time we decided to salvage some of the old markers and try
to reinstall them. It was found that they had too many AC
particles on the pad to enable them to stick without being cleaned.
Cleaning did present a problem by being very time consuming.
Scraping the pad with a putty knife was not satisfactory. By
soaking the marker in diesel the asphalt was removed but the ad-
hesive action was gone. With the aid of the primer it was
possible to reuse the marker. Due to the time element and the
cost, we abandoned the idea of salvage.

The spacing intervals used were as follows: On tangents, center-
line intervals were in 25' increments, while the shoulder spacings
were 50°', On curves, centerline spacings were reduced to 12.5'

=== and the shoulder to 25'. This spacing seemed to be very adequate

for our volume of traffic.



After the major portion of the paving was completed it was neces-—
sary to reduce traffic from four lanes to two lanes for the winter
months until the new structure is completed and the final paving

can be completed. This has been accomplished very effectively

with the use of the reflective markers, We placed the markers

on new asphalt without the aid of primer as before. After

several weeks we found that traffic was moving or shifting the
markers. At this time we also noticed a few markers were being
torn loose and being scattered. When replacing the markers the
primer is being used. There is still some movement, but not nearly
as much. When replacing a marker, it is imperative that the pave-
ment be dry and clean. We have also noticed that the lower
temperatures seem to reduce the bonding capability of the adhesive
pad when used without the primer.

Removal of the traffic marker that has had primer applied is
difficult as it tends to remove approximately 1/4" of asphalt
before the bond is broken., This leaves a very distinct hole in
the asphalt surface. Another method of removal was the appli-
cation of heat to the marker. The marker suffered extensive
damage due to the heat and was considered a total loss. Due to
the heat, the surface around the marker "flushed" badly, leaving
a fat spot that is visible and could be mistaken for traffic
markings.

We found that in placing the markers on o0ld or existing pavement
that you need to use the primer. The raised markers if used for
just one night could be used without primer on old pavement unless
they were in an area where turning movements were over the markers.
If used longer than one night traffic did move the markers badly.

The use of reflectorized pavement markers for temporary detours

and semi-permanent lane marking is highly recommended over striping
tape or a temporary stripe. The raised markers will pick up the
lights from the vehicles, thus illuminating the travel lanes that
are to be used, With a fog condition, the reflectorized markers
were very effective compared to our present painted stripe.

Safety to the traveling public is our main concern when constructing
roadways. Many traffic safety devices have been used in the past
for the marking of travel lanes. The reflectorized pavement
markers are far more effective then striping tape, painted stripes,
and reflectorized cones during the non-daylight hours and should

be considered for all future construction.

The actual time involved in the placing of the markers would be
comparable to that of placing the striping tape. If it were
possible to have the striping crew available, painting would be

———the quickest methodof marking—the traveldames, butpossibly ——

not the most economical.



OQur labor cost figures, from limited experience, are about $0,23
per reflector installation, plus the cost of the materials ($1.36
Double face, $1.28 Single face), and when necessary, the removal
which about equals the installation cost, $0.23, totaling $1.82
Double face, $1.74 Single face, per marker. The removal pro-
bably would not be necessary if subsequent lifts of paving were
to be placed over the markers. However, these lifts would need
to be substantial such that the risk of the markers reflecting
through would be eliminated.

Assuming that we would have to remove the markers due to shallow
paving lifts, we arrive at the following costs per mile based upon
the listed assumptions. The striping costs used for comparison
are based upon overtime rates for the employees and some inef-
ficiency due to the on-demand timing of the operation.

Thus, estimated costs are:

Centerline - One stripe -~ Skip:

Labor $22.00/mile
Equipment rental 6.00/mile
Paint 36.00/mile
Total $64.00/mile

Shoulders - Two stripes - Solid:

Labor $44,00/mile
Equipment rental 12.00/mile
Paint 102.00/mile
Total $158.00/mile
Description Ref lectors Striping
Tangents - Centerline - 1 line - 25' spacing
211 x 1.82 = $384.02 $64.00
Shoulders - 50' spacing -
105 x 2 x 1.74 = $365.40 $158.00
Curves - Centerline - 1 line - 12.5' spacing
422 x 1.82 = $768.04 $64.00
Shoulders - 25' spacing -
211 x 2 x 1.74 = $734.28 $158.00

Summarizing, the markers are more expensive than the striping,
especially in the curves where we used the 12.5' spacing. However,



they are entirely effective and can be available at any time

as needed. The striping crew, in many instances, will not be
readily available on command, especially in some of the outlying
areas of the regions.

It would follow that a supply of the markers should be kept on
hand to be used in those cases when it would be impractical to
route the striping crew to the project. This would be especially
true when the lines to be marked are short and in the current
cases, where we are placing multiple 1lift paving.

Loren Weber
Resident Engineer



CONSTRUCTION ZONE DELINEATION -
RAISED REFLECTIVE MARKINGS

Interim Report

Project 2
Chemawa Road - Hayesville Interchange Section
Pacific Highway East
Marion County
Contract 8273
Federal Aid No. FF-19(6)

The Chemawa Road - Hayesville Interchange Section of Pacific
Highway East was selected as one of three projects within the
State for a trial use of raised reflective traffic markers in
lieu of normal temporary painted traffic striping. It was in-
tended that the markers be tested for their effectiveness under
both daylight and nighttime conditions.

The project has a total length of 1.72 miles, with general align-
ment, typical section, and stage construction sequence as shown

on the accompanying sheets, With the exception of minor curva-

ture realignment, the new roadway section generally paralleled

the existing highway with widening on both sides. New grade was
generally flat with a maximum deviation from original pavement

grade of about 6', Stage construction required some temporary
surfacing construction and traffic shifts. Part of this work was
already done before we were notified of the raised marker study.

We entered the program when Stage I was completed and we were just
ready to shift traffic onto the new pavement. Part of the intent

of the program was to test the overall effectiveness of a self-stick
type button that could be used on final 1lift pavement for temporary
traffic control after which it could hopefully be removed without the
problem of leaving tell-tale marks or lines that could, especially
under adverse weather conditions, lead drivers into a wrong traffic
pattern. We were all ready to make the traffic switch and found there
would be a long delay in ordering the self-stick type buttons. It
was decided to use the conventional epoxy application type buttons as
we had another final 1lift of asphaltic concrete pavement to go on yet
which would cover the holes left after removal of the buttons. We
would be testing primarily the traffic handling use of the buttons
and not the effects of removal.

Several types of markers were experimented with and we found that the
"bright yellow" and "appliance white" markers from Ray~0O-Lite seemed

to be much more visible in daylight on new asphalt pavement than some
others. We also experimented (prior to actual use) with spacings

on the buttons and found that with the sun to our backs, the spacing

was not—so critical-but that when looking toward the sunm, a Spacing

of 6' was not too frequent. As a compromise, we decided to space
the yellow centerline buttons at 12.5', the white shoulder markers



on the side adjacent to the new work and vertical cuts at 25' and

the buttons adjacent to the new curb at 50' center-to-center.
Although new curb defined the outside edge of the one travel lane,
the buttons were placed adjacent to it on the 50' center—to-center
spacing to better delineate the protruding manholes and inlets and
the raw edge on the monolithic curb and gutter. To define the

area as a ''no passing" zone, double yellow buttons, reflectorized

on both sides, were placed side-by-side with a 2'" space between them.
As noted before, we found that, because of varying light conditions,
a very close spacing was necessary for daytime control. Except for
special applications, this was not true for nighttime control.
Reflectorizing every fifth button on long straight sections or on
flat curves would have been adequate and would have helped cut
material costs. In looking back, we could also have gone to at
least twice greater spacing distance on tangents without problems,
especially in low hazard areas. High hazard areas and transition
areas could then be covered more extensively for approximately the
same or less costs,

We found that short flares with close spacing on the shoulder buttons
helped to define intersections, especially where wide expanses of the
old pavement still existed adjacent to the new stage construction
pavement,

As can be seen in the accompanying pictures, left-turn refuges were
effectively outlined with the reflective buttons. White, single-
lens buttons double placed side-by-side at 3' center-to-center
spacings were used to delineate the left-turn refuge lane separations.
White buttons, 90° to centerline and placed on the opposite shoulder
at "T" intersections, took the place of the white shoulder stripe
that the motorist would normally have had as a guide. Stop bars
were made with pressure sensitive reflective tape, but could have
been made with a series of buttons.

In order to prepare for pending traffic switches, buttons had to be

placed ahead of time. During daylight hours this was no problem as

traffic could be directed with cones, flagmen, and signs, etc. To

keep traffic from following the buttons prematurely when they had

to be left overnight, the lenses were covered with strips of 1-1/2"

masking tape, which was quickly and easily removed the following

day. Complete obliteration of pre-existing painted striping is

most important to prevent traffic from mistakingly following old

traffic patterns. A very satisfactory method of obliteration is ac-

complished by spraying a 1' to 2' average width swath of emulsified

asphalt tack coat over the stripe, following with a thin cover of 2

bin (1/4" ~ #10) asphalt concrete mix, lightly raked and rolled.

This eliminates even the most remote sense of there ever having been

a stripe. It is not as expensive as sandblasting and does not .
—————leave the tell—tale stripeat night or in the rain.—If dome property;——————

it will last for months under heavy use. Average cost per foot for

this type of work (performed on an extra work basis) was approximately



$0.17/1linear foot of paint stripe. This broke~down to 77.5%
labor, 19.5% equipment and 3% material. This compares with $0.25 -
$0.50/1inear foot for sandblasting or hydroblasting.

The extra work order was written to allow the contractor to pur-
chase and place the buttons for all phases of traffic switches for
the remaining pavement placement. It was soon found that labor
costs on extra work basis had run much higher than anticipated

and all remaining button placement was done by engineering crews
with costs being absorbed into the construction engineering. Labor
and equipment cost (see attached sheet for complete breakdown) was
43% of the total cost for buttons applied by the contractor. This
was much higher than should have been due to inexperience, poor
timing causing extended delays, and too many contractor personnel
unnecessarily being involved in the work. It is felt that the
installation cost, with better techniques, could be cut at least in
half. Also, with the use of self-stick buttoms, the actual instal-
lation cost would be even less.

On the second and subsequent shifts of traffic, buttons were removed
and new installed, or in some cases old ones reused, by engineering
crews and exact figures were not kept on time involved. On the
final removal of the last stage of traffic handling, State striping
crew forces removed the buttons with compressors and air hammers (see
photos) at a cost of $0.08 per button. They were timed on several
occasions and were able to remove 24 buttons per minute (at 12.5'
spacing). The amount of support equipment that was used, in most
cases, would not be required. In our case they were already on the
job to do the final pavement striping and were utilized on the button
removal to save time.

Several experiments were made in trying to reuse epoxy applied buttons
by soaking them in various solvents for different periods of time to
remove the particles of asphalt that adhered to the buttons, but all
solvents tried eventually destroyed some part of the buttons. Many
buttons (that came loose without pulling up an appreciable amount of
asphalt) were reused with some success in areas not subject to con-
stant tire contact. Generally speaking, however, they are a one-
time use product.

Three-hundred epoxy type buttons and four gallons of resin were re-
turned to the dealer and self-stick type were ordered in their place.
They did not, however, arrive in time to be used on a major shift and
were used only on a limited basis and no attempt was made to determine
any costs, It was found that they did not adhere good on old
pavement, rough textured areas, or on slightly dirty areas. If the
asphalt was fresh, they stuck well and only left a coloration change,
which quickly disappeared, when removed. We were able to reuse the

self-stick—type withsome success by wiping the rubber base with—

diesel prior to placing as long as on new asphalt but, as with the
epoxy type, they can economically be considered only a one-time use



product. A primer is available that increases the adhesion quality
of the rubber base but we did not use it. Removal of the self-stick
1s very easy. On a small-quantity use basis, a square point shovel
works very well, On a long run of buttons and on a smooth surface,

a blade grader would work very well.

We found that in a construction area, the buttons were subject to
considerable abuse, especially when applied and maintained on extra
work basis, Track-type pavers and steel-wheel rollers destroy them
on contact. Asphalt hauling vehicles track asphalt residue onto

the lenses and tack distributors tend to overspray onto them,

Under a bid item, the contractor could be held more liable for their
maintenance, Spillage and tracking of dirt and surfacing

aggregates causes a considerable build-up around the buttons and cuts
off as much as 757 of the reflective window area unless periodic
sweeping or flushing is performed. Also, the abrasive action of the
dirt and aggregates under tire contact cuts the reflective quality

to a great degree.

Much more care is required in laying out line for buttons than is
required for paint line, adding to costs. Buttons that are only
slightly out of alignment cause a distraction and destroy the '"line"
effect.

Prior to getting involved with the reflective buttons, the only traffic
control available under the contract was through the use of ''candle
stick" plastic cones, "zebra board" reflective portable temporary
barricades and standard project temporary signing. The barricades
and especially the cones were constantly being vandalized. It was
virtually impossible to maintain and police them. Cones were
deliberately knocked down at night leaving vertical drop-offs exposed
and allowing vehicles to stray into paved areas not open to traffic.
When the reflective buttons were put to use virtually all nighttime
traffic problems stopped and only scattered minor problems were

ever encountered during daylight hours. The usual fear associated
with the handling of traffic over detours and through the stage con-
struction phases, especially at night, was eliminated. To our
knowledge, there were no accidents on the project, once the buttons
were in use, that could be attributed to motorist confusion or poor
traffic handling procedures,




‘A summarization of some of the above comments are as follows:

- Positive and complete obliteration of pre-existing traffic patterns
1s a must.

~ Epoxy applied buttons not practical unless additional 1lift of
pavement to be placed.

~ Widespread use of buttons will lower material costs and create
better and cheaper application procedures.

- Bright colors are necessary to enhance daytime visibility.

- Close spacing of buttons required for daytime visibility but every
other one or less required to be reflectorized for nighttime
visibility.

—- Masking tape can be used to cover lenses at night prior to actual
use.

- Many variations possible in use of buttons to highlight certain
areas such as intersections, left-turn refuges, connections,

"No Pass" areas, etc.

—~ Disadvantages

Close spacing required for daytime visibility.

One-time use product.

High initial cost.

Adhesion quality not good on rough or dirty pavement,

Reflective lenses subject to abrasion and coating from grading
and surfacing materials spilled and tracked.

Tend to concentrate debris around them obliterating up to
75% of reflective area.

Paver and rollers completely destroy them.

Tack trucks overspray them.

Higher engineering costs due to critical layout requirements.

Longer actual application time,

- Advantages

No tell-tale marks left after removal with self-stick.

No problem with vandalism.

No problem with wind, truck or vehicle wind blasts.

In comparison to cones and barricades, they have a low daily
maintenance cost.

Highly visible under adverse driving conditions especially at
night, in the rain and in fog.

Less likelihood of delay in scheduling.

Eliminates worry.

CUTS DOWN ON ACCIDENTS.

Supportive data included:
Application cost breakdown.
Manufacturers ad and price list.
Snapshot brochure.

2 ShEEES,r contract pftaIIS = Stdage construction sequence.

Kenneth D. Wolfe
Resident Engineer



COST BREAKDOWN
CONSTRUCTION ZONE DELINEATION -
RAISED REFLECTIVE MARKERS

Chemawa Road - Hayesville Interchange Section
Pacific Highway East
Marion County
Contract 8273
Federal Aid No. FF-19(6)

Placing on extra work order basis (epoxy application type buttons)

Labor 66 Q 000000 0CCOOOIVPOIEECOREOCCETIIES $l’948062

Equipment ..cevevevcvessceasas 141,11
Materials
White buttons @ 1.2075.... 900.80
Yellow buttons @ 1,311 .... 1,569.27
Epoxy (16 gal.) @ 17.25 .... 276.00
TOTAL $4,835.80
One-way white installed -~ 746

Two-way yellow installed - 1,197

$4,835.80 = $2.49/each
1,943 buttons
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The Ray-0-Lite Pavement Markers clearly define traffic lanes by night AND by day
AND signal the driver who strays out eof his lane with a gentle tire thump as he
crosses the line of markers.

Prime Highway Applications
e Centerline Marking
Lane Marking
Highway Edge Marking
Limited Access Highway Ramps
Color-coding of
- Entrances—Acceleration Lanes
- Exits—Deceleration Lanes
« Service—Low Speed Lanes
« Main Travel—High Speed Lanes
Wall-Mounted Bridge and Tunnel Marking

Prime Airport Applications
e Runway and taxiway centerline marking in conjunction
with centerline lighting as a fail-safe

e Runway and taxiway centerline and edgeline marking
in the absence of live lighting

e Marking repair and other closed areas
¢ Nose-Wheel pattern marking for loading ramps.

[

____/

£ —3.00 —— ——— =]
SPECIFICATIONS: -—v-—/- S———
Lens True Cube-Corner type Refiex Reflector, ,fl

molded of optic grade Methyl Metha- — -
crylate {plastic). [

'RAY-0-LITE
Housing Molded of high impact ABS compound RA 4.00
0

for durability.

Filler Inert thermosetting resin system meeting
state specifications for impact and wear
resistance.

4

o
o
o

5
5
o,

28°% | |-

25

s
<5

S

5%

-

5

&S

=

S

.\.
>3
525
5
25

Cone
s

o

&5
o

'
525
o
o
]
-
o

<
25
5
5
e
25
53
5
&S
S
S
=
o
25
5

25
2%
<5
%

25

S5

oo
oo
-
25

-
-
T
oo

-

55

525
s
5
25
25

oo
<5
o
»

o

L5
-
-




- tem Lens Housing
Description No. Color Color*
‘Wﬂ‘ﬁi&'&%‘*ﬂ%? Type Twao
B Way White
8702 Clear
Reflectors
h Type Two
Two Sides D Way Yellow
Same Color 8706 Amb
Lenses VIES
Type Two
DR Way White
8716 Red
Type Clear
c And White
8704 Red
» —
i Reflectors T cl
. vpe ear
RAY-0-LITE Do Sides z And | White
uswan. OHID _ Color Lenses 8724 Amber
Type Amber
X And Yellow
8720 Red
Type One
g Way White
8708 Clear
Reflector f Type One
RAY-0-LITE One Side H Yellow
H Way
HEWARK, QHID Only /i \ 8710 Amber
RO S | Type One
o s Way White
£ N 8712 Red

The unique Ray-O-Lite Pavement Marker design provides for maximum strength and reflective brilliance, surpassing current state

requirements. Lens portion of the marker is made of optic grade methyl methacrylate, while the housing is an ABS compound,
having outstanding strength and impact properties. By combining the two materials Ray-O-Lite produces a marker with full optic
performance without sacrificing durability. Recognizing that complex traflic arteries require improved communication to motorists
in daylight hours as well as during darkness, Ray-O-Lite has incorporated daylight marking in its Reflective Pavement Markers
by means of brightly-colored and highly visible housings.

b

L4

*Blaze Orange Body Availahle Upon Request
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eXCEPT %@Mﬁ%ﬁa BRILLIANC

@®BLAZE ORANGE BODY & AMBER LENS

® FOR NEW JERSEY BARRIER

® FOR TEMPORARY CONSTRUCTION i)

@ FOR DELINEATION

eFOR TEMPORARY ROUTE CHANGES

' DELINEATORS' .

. FULL CEMNTER MOUNT
)
COLOR ' FACE Plain Aluminum Back

TYPE 1 7214 1212 6976 .
AMBER 7202
CLEAR 7204 1216 7210 6975

7220 71213 6978

1 PR o) it w5 Sl e b b 40t DI
TYPE I 5 - @
AMBER 7209 1
L. T.L. INDUSTRIES, INC. NEWARK, OHIO 43055
f DISTRIBUTED BY: ‘
i
|
| TRAPTIG SAFETY SUPPLY CO. Tt
CLEAR 7208 : 2004 B, T ULINTIL L“x STREET ik
AMBER 7206 ! PO TLAKD, ORZGON 97202 B
| PRHONT (D03) 285-8531 ;,
FRINTED IN U.S.A. 1 )
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Effective 11-1-73-

2O 7
STANDARD/\TYPE REFLECTIVE PAVEMENT MARKERS
ONE WAY TWO wAY TWO WAY
QUANTITY ONE COLOR ONE COLOR TWO COLOR

50 — 99 1.10 1.20 1.60
100 — 499 1.04 1.14 1.52
500 — 999 99/ 08 1.08 1.44
1000 — 4999 .935 1027 /< 1.36
5000 — 10,000 .88 .96 1.28

\

—ECONOLINER PAVEMENT MARKERS

/

IMMEDIATE DELIVERY FROM APPROVED STOCK

OF SHifmaENT
e ] o R R RS Dl

QUANTITY ONE WA'Y Tw’y/ TWO WAY
WOLOR ONE CO TWO COLOR
50— 99 1.00
100 — 999 .92
1000 - 4999 .88
5000 — or more \ .84
\

ctive Marker types can be combined for quantity pricing. Markers are packed 50 per
carton, and sold by the carton only.

— NET 30. TERMS APPLY FROM DATE OF INVOICE.

SUBJECT TO CHANGE WITHOUT NOTICE

C

‘g'i qrj

we FWH&W"TWHLT 1!"';‘“‘_"‘15"&1?’
CQUALITY e 11

Ut ek THER
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NTEGRiTY 0 t;NGINEERING ¢ DES!GN

m&mc SAFETY sumv co.
2324 S.E. Umatilla Street

Porﬂcnd Orogon 97202
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CONSTRUCTION ZOWE DLELINRATION - HAISED PAVLLLNT MARKERS
DOT-FH-11-8876

SUMMARY: The markers as used at the Yachats kiver Bridge project site have not
proven satisfactory to date tor guiding the public through the project.
They worked alright at night, but painted stripe had to be used in order to be
efiective during daylight hours.

SITE LOCATION: Yachats Hiver Bridge Section
Oregon Coast Highway, near MNP 164.7
Lincoln County
Contract No. 8432

SITk DiSCRIPTION: The project is basically a bridge replacement project with a
relatively minor amount of grading work to construct improved
approaches. The job starts near the mid point of a 12° 50! curve right, and
a -2.04% grade. Structure work begins at the end of the curve and consists
of a 223 foot, three span bridge on a +3.23% grade.

Typical sections for stage construction and details for temporary protection
and direction are included in the project plans, and are as shown on the two
attached sheets numbered 2B and 2C.

MATERIALS USkD: 100 ea 88SSAY Markers, Anber bi-directional
100 ea 88SSBC Markers, Crystal mono
100 ea 9L6AY barkers, Amber bi-directional
100 ea Y46BC karkers, Crystal mono
6 pints 220207-P Primer _
Note: The 88 series markers are L" X 4" in size, the 946 series markers are L" X 21,

|

LAYOUT: The markers were installed on February 3,1977, at ten-foot spacing on
centerline, and twenty-tfoot spacing on the shoulder lines. .The center-
line was first established by laying out 12-inch cones to an acceptable
alignment and the yellow traffic markers were then placed in the location from
which the cones were removed; the shoulder lines were then established in’
relationship to the centerline.

APPLICATION: The weather was cool and cloudy at the time of application, and
some moisture was present on the roadway surface. To renove the
moisture and to help ensure adhesion of the markers the pavement was heated
with a propane burner, the area was painted with the primer and the marker was
then set in place after removal of the paper backing on the adhesive layer.
Pressure to adhere was applied by foot.

_____EEELQTIMhﬂhﬁﬁL__Thﬁ_markers_used_on_this—ppejeebéweyked—vepy_weii—a%—nigh%;—bu%—;————-——————

were not effective at all during daylight hours, due primarily to
insufficient rerlective properties. The eftectiveness was also adversely
aftected by the sharp curvature at the northerly end of the job. The markers
were more visible in daylight hours to northbound trattfic than they were to
southbound traffic, and the larger (88 series) markers were a lot more
effective than were the smaller (946 series) markers.



100
100
100
100
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Interim I'ield heport - laised PFavement harkers

COST:
88S5SAY Amber 2-way « 1.36 136.00
885SBC White 1-way ¢ 1.28 128.00
9L6AY Amber 2-way ¢ 0,85 85,00
946BC ahite 1-way ¢ 0,80 80,00
pints Primer ¢ 3,20 19,20
Total Materials 448,20
Total material costs | $448.20
Total labor costs 403,12 (kng'r. crew)
Total miscellaneous costs 10,65 (photographs)
Total to date 6-6-77 $861.97

PROBLENM AREAS: We had quite a bit-of ditfficulty with some of the markers being

displaced by traffic. This may have been caused by our failing
to apply enough pressure on application, or by not applying pressure for a
sufficient time on application. In some instances the displaced markers
re~-stuck themselves where they came to rest, perhaps in the middle of a lane
or any other place. liost ol the displaced markers were at or near stop bars
where brakes were being applied.

Attempts to reuse the markers were not always successful, due to a loss of the
adhesive at times. These were occasionally re-used by drilling and nailing
but this procedure is not recommended because nails could come loose and cause
tire problems. The nailing procedure could be resorted to in areas that were
dirty, or otherwise unsuitable for satistactory adhesion in tne normal tashion,

The installation as a whole becaume unsatisfactory in its function so as to
require the application of painted stripes to do the job, These were put
down on April 4, 1977, efiectively aborting the initial phase of this experiment.

RECOMMENDATIONS: Use of the raised pavement markers considered in this experiment

should be contined to areas where the duration of tneir use will
be limited to a shorter period of time, say a week to ten days, or less.,
Pavement needs to be clean and dry at the time of application for satisfactory

H., H. Patterson
Resident Engineer
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